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The  Atlantic  Intra-Coastal  Waterway 


FOREWORD 


THE  Atlantic  Deeper  Waterways  Association  was  organized  in  1907  to 
promote  the  construction  of  a  series  of  canals  linking  the  natural  bays 
and  sounds  along  the  Atlantic  seaboard,  in  order  to  provide  a  modem 
protected  free  waterway,  admitting  heavy  traffic,  owned  and  operated  by  the 
United  States  government,  between  New  England  and  Florida. 

Pursuant  to  resolutions  adopted  by  this  Association,  surveys  along  the 
entire  route  proposed  were  authorized  by  various  acts  of  Congress,  and  these 
surveys  have  now  been  completed  by  the  United  States  Army  Engineer  Corps 
and  their  recommendations  with  full  details  and  plans  of  the  surveys  in  the 
various  secticms  are  now  in  printed  form  for  ccmsideration  by  Congress. 

Broadly  speaking,  the  Army  Engineers  have  reported  favorably  on  the 
greater  part  of  the  project  and  have  recommended  immediate  action  on  several 
of  the  links,  and  early  future  action  on  a  number  of  those  remaining. 

These  reports,  with  full  details,  have  now  been  printed  as  govcrranent 
documents  and  may  now  be  obtained  under  the  following  numbers: 

Northern  section,  Boston,  Mass.,  to  Beaufort,  N,  C.  62d  Congress,  Second 
Session,  Document  391;  also  63d  Congress,  First  Session,  Document  196. 

Improvements  in  New  York  Harbor  and  the  East  and  Harlem  Rivers, 
63d  Congress,  First  Session,  Document  188. 

Southern  section,  Beaufort,  N.  C,  to  Key  West,  Fla.  63d  Congress,  First 

Session,  Document  229. 

Upper  Hudscm  River  improvement  connecting  with  the  New  York  Barge 
Canal  system  and  the  Great  Lakes,  6ist  Congress,  Second  Session,  Document 

The  following  pages  present  a  brief  summary,  section  by  section  of  the 
Atlantic  Intracoastal  Waterway  survey,  beginning  at  its  southern  terminus  and 

proceeding  northwardly,  together  with  adjacent  projects  of  importance  in 
Florida,  New  York  and  New  England, 

It  should  be  noted  that  the  Atlantic  intracoastal  survey  may  be  contiected 
somewhere  in  the  State  of  Florida  with  the  Gulf  intracoastal  survey  leading 
through  protected  waters  to  the  Mississippi  river  at  New  Orleans,  and  this 
in  turn  with  a  further  survey  leading  from  New  Orleans  through  protected 
waters  along  the  Louisiana  and  the  Texas  coast  as  far  as  the  international 

boundary  at  the  Rio  Grande. 

It  is  suggested  that  those  interested  in  the  details  of  these  surveys  apply 
for  the  various  pubUc  documents  in  which  they  are  contained. 
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The  Atlantic  Intra-Coastal  Waterway 


FOREWORD 


THK  Atlantic  Deeper  Waterways  Association  was  organized  in  1907  to 
prcxnote  the  construction  of  a  series  of  canals  linking  the  natural  bays 
and  sounds  along  the  Atlantic  seaboard,  in  order  to  provide  a  modem 
protected  free  waterway,  admitting  heavy  traffic,  owned  and  operated  by  the 
United  States  government,  between  New  England  and  Florida. 

Pursuant  to  rescduticms  adopted  by  this  Association,  surveys  along  the 
entire  route  proposed  were  authorized  by  various  acts  of  Congress,  and  these 
surveys  have  now  been  completed  by  the  United  States  Army  Engineer  Corps 
and  their  recommendations  with  full  details  and  plans  of  the  surveys  in  the 
various  secti(»is  are  now  in  printed  form  for  consideration  by  Congress. 

Broadly  speaking,  the  Army  Engineers  have  reported  favorably  on  tfie 
greater  part  of  the  project  and  have  recommended  immediate  action  on  several 
of  the  links,  and  early  future  action  on  a  nvunber  of  those  remaining. 

These  reports,  with  full  details,  have  now  been  printed  as  govemmoit 
documents  and  may  now  be  obtained  under  the  following  numbers : 

Northern  section,  Boston,  Mass.,  to  Beaufort,  N.  C.  62d  Congress,  Second 
Sessicm,  Document  391;  also  63d  Congress,  First  Session,  Document  196. 

Improvements  in  New  York  Harbor  and  the  East  and  Harlem  Rivers, 
63d  Congress,  First  Session,  Document  188. 

Southern  section,  Beaufort,  N.  C,  to  Key  West,  Fla.  63d  Congress,  First 
Session,  Document  229. 

Upper  Hudson  River  improvement  connecting  with  the  New  York  Barge 
Canal  system  and  the  Great  Lakes,  6ist  Congress,  Second  Session,  Document 
719. 

The  following  pages  present  a  brief  summary,  section  by  section  of  the 
Atlantic  Intracoastal  Waterway  survey,  beginning  at  its  southern  terminus  and 

proceeding  northwardly,  together  with  adjacent  projects  of  importance  in 
Florida,  New  York  and  New  England. 

It  should  be  noted  that  the  Atlantic  intracoastal  survey  may  be  connected 
somewhere  in  the  State  of  Florida  with  the  Gulf  intracoastal  survey  leading 
through  protected  waters  to  the  Mississippi  river  at  New  Orleans,  and  this 
in  turn  with  a  further  survey  leading  from  New  Orleans  through  protected 
waters  along  the  Louisiana  and  the  Texas  coast  as  far  as  the  international 
boundary  at  the  Rio  Grande. 

It  is  suggested  that  those  interested  in  the  details  of  these  surveys  apply 
for  the  various  pubUc  documents  in  which  they  are  contained. 


PAtMgttO  TRSIi. 


FLORIDA  CANALS 

The  east  coast  of  Florida  now  possesses  a  chain  of  natural  protected 
thoroughfares  along  the  greater  part  of  its  length,  navigable  by  vessels  of  light 
draft.  Connecting  canals,  constructed  by  a  corporation  operating  under  State 
charter,  are  of  insufficient  dimensions,  and  a  Florida  association  is  urging 
Federal  acquisition  and  improvement.  In  the  southern  portion  of  the  State 
a  series  of  canals  is  under  construction  by  a  State  commission  with  the  object 
of  draining  the  Everglades,  creating  a  great  area  of  cultivable  land  as  well 
as  providing  free  passage  across  the  State  between  the  Atlantic  and  Gulf  coasts. 
Furthermore,  the  State  possesses  a  magnificent  natural  waterway  in  the  St. 
Johns  river,  leading  from  the  port  of  Jacksonville  far  into  the  interior  of  the 
fruit  growing  district,  and  it  is  anticipated  that  this  river  may  be  connected  at 
some  point  with  the  Gulf  intracoastal  survey  in  order  to  form  one  of  the  links 
in  the  intracoastal  chain  fr(Mn  Florida  to  New  Orleans. 

The  Engineers'  report  on  the  Atlantic  intracoastal  survey,  within  the 
limits  of  the  State  of  Florida,  is,  in  substance,  as  follows: 

A  7-foot  depth  is  already  authorized  or  under  construction  between 
Charleston,  S.  C,  and  Jacksonville,  Fla.  Boats  of  8-foot  draft,  under  existing 
projects,  will  soon  be  able  to  ascend  the  St.  Johns  river  170  miles  to  Sanford 
on  "Lake  Monroe,  which  is  very  near  the  Everglades  basin  where  the  State 
projects  are  under  way.  Along  the  east  coast  of  Florida,  between  the  St. 
Johns  river  and  Key  West,  channels  now  exist  that  ofifer  4-foot  draft,  and 
further  improvement  thereof  by  the  Federal  government  is  not  recommended 
under  present  conditions.  The  Engineers  anticipate  that  an  improved  route 
between  St.  Johns  river  and  the  Gulf,  when  constructed,  will  proceed  across 
the  State  and  not  around  it 
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PALMETTO  TRESS. 


FLORIDA  CANALS 

The  east  coast  of  Florida  now  possesses  a  chain  of  natural  protected 
thoroughfares  along  the  greater  part  of  its  length,  navigable  by  vessels  of  light 
draft.  Connecting  canals,  constructed  by  a  corporation  operating  under  State 
cliarlor.  are  of  insiifificient  dimensions,  and  a  Florida  association  is  urging 
Federal  ac(|uisiti()n  and  ini])rovement.  In  the  southern  portion  of  the  State 
a  series  of  canals  is  under  construction  1)\-  a  State  commission  with  the  object 
of  drainini;-  tlie  ]{verolades.  creatiui;-  a  i^reat  area  of  cultivable  land  as  well 
as  ])r()vidini4-  free  i)assaiie  across  tlie  State  between  tbe  Atlantic  and  Gulf  coasts. 
Furthermore,  tbe  State  possesses  a  mai;niticent  natural  waterway  in  the  St. 
lobns  river,  leading  from  tbe  port  of  Jacksonville  far  into  tbe  interior  of  the 
"fruit  i^rowiu.ii'  district,  and  it  is  anlicii)ated  that  this  river  may  be  connected  at 
some  point  with  the  (Uilf  intracoastal  survey  in  order  to  form  one  of  the  links 
in  the  intracoastal  chain  from  Florida  to  New  Orleans. 

The  Engineers'  rei)ort  on  the  Atlantic  intracoastal  survey,  within  the 
limits  of  the  State  of  Florida,  is,  in  substance,  as  follows: 

A  7-foot  depth  is  alreadv  authorized  or  under  construction  between 
Charleston,  S.  C,  and  Jacksonville,  Fla.  Boats  of  8-foot  draft,  under  existing 
projects,  will  soon  be  able  to  ascend  the  St.  Johns  river  170  miles  to  Sanford 
on  Lake  Monroe,  which  is  very  near  the  Everglades  basin  where  the  State 
projects  are  under  way.  Along  the  east  coast  of  Florida,  between  the  St 
Johns  river  and  Key  West,  channels  now  exist  that  offer  4-foot  draft,  and 
further  improvement  thereof  by  the  Federal  government  is  not  recommended 
under  present  conditions.  The  Engineers  anticipate  that  an  improved  route 
between  St.  Johns  river  and  the  Gulf,  when  constructed,  will  proceed  across 
the  State  and  not  around  it. 
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Photos  from  the  Jacksonville  Board  of  Trade, 

JACKSONVXU.B,  tlMlOA,  AMD  TBS  ST.  JOHHS  UVSB. 
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Photographs  by   Wilfred  H.  Schoff. 

SAVANNAH  OI.D  AND  NW 

1  and  6.    Glimpses  in  "Factors'  Walk/*  3-    Steamer  passing  railway  terminals.  Savannah. 

2.    Bay    Street    Mali,    ^'Factors'    Walk,"    former      4-    Steamers  passing  in  Savannah  Kiver;  uprivcr 
center  of  cotton  trade.  craft  in  distance. 

S.    Railway  terminals  and  storehouses*  Savannah. 
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Photos  from  the  Jackson:  illc  Board  of  Trade. 

JACKSON VIX.I«£,  FU>KIDA^  AND  THE  ST.  JOHNS  RIV^ 


Photographs  by  Wilfred  H,  SchoW. 

SAVANNAH  OI.D  AND  NEW 

I  and  b.    Glimpses  in  "Factors'  Walk,"  3.    Steamer  passing'  railway  terminals,  Savann^ 

2.    Bay   Street   Mall,   "Factors'   Walk,"    former      4.    Steanur?  pas^iiiii  m  bavannah  River;  upnver 
center  of  cotton  trade.  craft  in  distance. 

5.    Railway  terminals  and  storehouses.  Savannah. 


CAROLINA-GEORGIA  WATERWAY 
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MOTOR  BOAT  IN  SOUTHERN  THORCUGHFABfiS^ 


ST.  JOHNS  RIVER  TO  BEAUFORT,  N.  C. 

Under  existing  projects  there  will  soon  be  available  between  the  St.  Johns 
river,  Fernandina  and  Savannah  protected  channels  affording  6-foot  draft, 
7-foot  depth.  Other  channels  affording  6-foot  draft  are  available  to  Charleston 
and  Winyah  Bay ;  in  some  cases  requiring  a  wait  for  the  tides  at  the  shallow 
places.  The  present  recommendation  of  the  chief  of  engineers  in  this  section 
is  that  the  government  expend  between  the  St.  Johns  river  and  Charleston, 
$870,000;  and  between  Charleston  and  Winyah  Bay,  $1,230,000;  total,  $2,100,- 
000,  "as  may  be  found  necessary  or  desirable  in  the  improvement  of  existing 
6-foot  draft  routes."  Between  Winyah  Bay,  Cape  Fear  and  Beaufort,  N.  C, 
a  6-foot  draft,  7-foot  depth  is  recommended,  and  the  chief  of  engineers  selects 
as  the  first  section  of  this  southern  route  to  be  completed  that  between  Beau- 
fort, N.  C,  and  Cape  Fear,  at  an  estimated  cost  of  $2,900,000.  The  section 
between  Cape  Fear  and  \\  inyah  Bay  to  follow  at  a  cost  estimated  at  $9,400,000. 

The  entire  distance  between  Beaufort,  N.  C.  and  the  St.  Johns  river  is 
therefore  to  be  covered  under  pres«it  recommendations 

depth  passage  at  a  total  cost  of  $14,400,000.   The  "first  half  of  the  work  to 

progress  at  a  rate  of  about  $800,000  per  year,  and  progress  on  the  last  half 
to  be  gauged  by  the  results  of  the  first  half." 
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MOTOR  BOAT  IN  SOUTHERN  THOROUGHFARES. 


ST.  JOHNS  RIVER  TO  BEAUFORT,  N.  C. 

Under  existing  projects  there  will  soon  be  available  between  the  St.  Johns 
river,  Femandina  and  Savannah  protected  channels  affording  6-foot  draft, 
7-foot  depth.  Other  channels  affording  6-foot  draft  are  available  to  Charleston 
and  Winyah  Bay ;  in  some  cases  requiring  a  wait  for  the  tides  at  the  shallow 
places.  The  present  recommendation  of  the  chief  of  engineers  in  this  section 
is  that  the  government  expend  between  the  St.  Johns  river  and  Charleston, 
$870,000;  and  between  Charleston  and  Winyah  Bay,  $1,230,000;  total,  $2,100,- 
000,  "as  may  be  found  necessary  or  desirable  in  the  improvement  of  existing 
6-foot  draft  routes."  Between  Winyah  Bay,  Cape  Fear  and  Beaufort,  N.  C, 
a  6-foot  draft,  7-foot  depth  is  recommended,  and  the  chief  of  engineers  selects 
as  the  first  section  of  this  southern  route  to  be  completed  that  between  Beau- 
fort, N.  C,  and  Cape  Fear,  at  an  estimated  cost  of  $2,900,000.  The  section 
between  Cape  Fear  and  \\  inyah  Bay  to  follow  at  a  cost  estimated  at  $9,400,000. 

The  entire  distance  between  Beaufort,  N.  C.  and  the  St.  Johns  river  is 
therefore  to  be  covered  under  present  recommendations  by  a  6- foot  draft,  7-foot 
depth  passage  at  a  total  cost  of  $14,400,000.  The  "first  half  of  the  work  to 
progress  at  a  rate  of  al)out  S8oo,ooo  per  year,  and  progress  on  the  last  half 
to  be  gauged  by  the  results  of  the  first  half." 


Photograph  by  Wilfred  H.  Schoff. 

POKTION  OF  ATLANTIC  INTRACOASTAL  WATERWAY 
AT  THUNDEKBOI.T,   N£AS  SAVANNAH,  GA. 


PORTION  OF  COMPLETED  SECTION  OF  ATLANTIC  INTRACOASTAL  WATERWAY,  CHARLESTON,  S.  C,  TO 

SAVANNAH^  GA. 
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X  IKC.IXIA  AM)  CAROLINA 
!•    Inside  of  Cape  Hatteras.    Photo  by  Addison      4.    Dutch  Gap  Canal,  James  River,  Va.    Photo  by 


B.  Burk. 

2,  Inland  Waterway— Xorfolk  to  Albemarle  Sovnd. 

3.  Outside  of  Cape  Hatteras.    Photo  by  Addison 

B.  Burk. 


Wilfred  H.  Schoff. 
5.    Coal-car rv i n g  craft  on  the  Tames  River,  Va« 
Photo  by  Wilfred  PI.  Schoff. 


Photograph  by  Wilfred  H.  Sckoif. 

PORTION   OF  ATLANTIC  INTRACOASTAI,  WATERWAY 
AT  THUNDERBOLT,    NEAR   SAVANNAH,  CA. 


70RTI0K  OF  COMPLETED  SECTION  OF  ATLANTIC  INTRACOASTAL  WATERWAY,  CHARLESTON,  S.  C,  TO 

SAVANNAH,  GA. 
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\  IKCIXTA  AM)  CAKOI.IN  A 

Iiisi'lc  of  Cape  Hattcias.    Plmt..  In-  Addison  4.    J)utch  Gap  Canal,  Tames  Kiver,  \'a.    Photo  by 

1:.   i^irk.  Wilfred  H.  Schoff. 

Inland  W  aterwny — Xorfolk  to  Albemarle  S'-v  id.  5.  Coal-carrying  craft  on  tlie  Tames  River,  Va. 
Outsi<le  of  Cape  Hatteras.     Thoto  by  Addison  Photo   bv   Wilfred  Jl.  Schoff. 

15.  JUtrk. 
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ENTRANCE  TO  CHESATEAKE  AND  AI.BEKAKI,E  CANAU 


BEAUFORT,  N.  C.  TO  HAMPTON  ROADS,  VA. 

The  recommendation  of  the  chief  of  engineers  covered  the  construction 
of  a  waterway  12  feet  deep  between  Norfolk,  \'a.,  and  Beaufort  Inlet.  N.  C., 
at  a  total  cost  of  $5,400,000,  and  passing  through  Pamlico  and  Albemarle 
Sounds.  This  entire  section  is  to  be  at  sea  level. 

Under  a  provision  included  in  the  River  and  Harbor  Act  of  191 2,  the 
Chesapeake  and  Albemarle  Canal  has  been  acquired  and  taken  over  b>  the 
Federal  Government.  Free  passage  has  thus  been  provided  bet\\'een  Hanipton 
Roads  and  Albemarle  Sound  by  way  of  the  Elizabeth  River,  the  C.  &  A.  Canal 
and  Currituck  Sound.  Abolition  of  tolls  on  this  old  waterway  has  already 
stimulated  traffic  through  it,  but  a  much  more  rapid  development  may  be 
anticipated  upon  the  completion  of  its  improvement  to  project  dimensions  of 

12  feet  depth  at  sea  level.  ^  ,  -n     v  ^ 

The  12  foot  intracoastal  connection  between  Albemarle  and  ir'amlico 
Sounds  will  be  bv  wav  of  Alligator  River,  Rose  Bay  and  Adams  Creek  as 
shown  on  the  diagram,  avoiding  the  passage  through  Croatan  Sound  where 
adverse  stream  flow  and  tide  conditions  would  interfere  with  maintenance  of 

the  12  foot  channel  depth.  ^  t>      r  -u.  t  1^ 

The  connection  between  FamUco  Sound  and  the  ocean  at  Beautort  Inlet 
has  been  completed  bv  the  Federal  Government  to  a  depth  of  10  feet,  the 
passacre  having  been  successfullv  operated  for  the  past  four  years.  Under 
existing  law  this  depth  will  be  increased  to  12  feet  in  order  to  provide  uniform 
dimensions  from  Norfolk  to  Beaufort. 


II 
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ENTRANCE  TO  CHESAPEAKE  AND  ALBfiMARLE  CANAL, 


BEAUFORT,  N.  C.  TO  HAMPTON  ROADS,  VA. 

The  recommendation  of  the  chief  of  engineers  covered  the  construction 
of  a  waterway  12  feet  deep  between  Norfolk,  Va.,  and  Beaufort  Inlet  N.  C., 
at  a  total  cost  of  $5400,000,  and  passing  through  ParaUco  and  Albemarle 
Sounds.  This  entire  section  is  to  be  at  sea  level.       ^  ,      ,  . 

Under  a  provision  included  in  the  River  and  Harbor  Act  of  1912,  the 
C  hcsapeake  and  Albemarle  Canal  has  been  acquired  and  taken  over  by  the 
Federal  Government.  Free  passage  has  thus  been  provided  between  Hanipton 
Roads  and  Albemarle  Sound  by  way  of  the  Elizabeth  River,  the  C.  &  A.  Canal 
and  Currituck  Sound.  Abolition  of  tolls  on  this  old  waterway  has  already 
stinuilated  traffic  ilirou-h  it,  but  a  much  more  rapid  development  may  be 
anticipated  upon  the  completion  of  its  improvement  to  project  dimensions  of 

12  feet  depth  at  sea  level.  j  tj  r 

The  foot  intracoastal  connection  between  Albemarle  and  famuco 
Sounds  will  be  hv  wav  of  Alligator  River,  Rose  Bay  and  Adams  Creek,  as 
shown  on  the  diagram,  avoiding  the  i^assage  through  Croatan  Sound  where 
adverse  stream  flciw  and  tide  conditions  would  interfere  with  maintenance  of 

the  12  foot  channel  depth.  t.      r    ^  t  w 

The  connection  hctween  Pamlico  Sound  and  the  ocean  at  heautort  inlet 
has  been  comijlcted  bv  the  Federal  Government  to  a  depth  of  10  feet^.  the 
passage  having  been  successfullv  operated  for  the  past  four  years.  I  nder 
existing  law  this  depth  will  be  increased  to  12  feet  in  order  to  provide  uniform 
dimensions  from  Norfolk  to  Beaufort. 
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A  Reminiscence— the  Philadelphia  Delegation  to  the  Baltimore  Convention  of  190%  Passing 

Through  the  Chesapeake  &  Delaware  Canal. 


GH£SAP£AK£  AND  DELAWARE  CANAL 

The  final  recommendation  of  the  chief  of  engineers  submitted  to  Congress 
August  9,  191 3,  with  reference  to  the  connecting  waterway  between  Chesa- 
peake Bay  and  Delaware  river  is  as  follows : 

"It  is  advisable  for  tlic  United  States  to  buy  the  Chesapeake  &  Delaware  Canal  at 
a  cost  to  the  United  States  not  exceeding  $2,514,290,  and  to  then  enlarge  it  to  a  sea  level 
canal  12  feet  deep  and  90  feet  bottom  width  with  the  least  interference  practicable  to 
existing  traffic  ....  at  a  cost  which  amounts  in  round  numbers  to  $8,000,000,  of 
which  $3,000,000  should  be  made  available  by  the  first  appropriation,  and  economical  work 
will  then  require  subsequent  appropriations  of  from  $500,000  to  $1,000,000  per  yean 

"Further  deepening  to  25  feet  at  an  extra  cost  of  $4,500,000  should  await  further 
observation  as  to  the  commercial  changes  resulting  xrom  the  first  increase  in  canal  depth, 

and  especially  the  release  from  canal  tolls  The  general  public  benefit  will 

be  that  due  to  the  increase  of  commerce  by  use  of  barges  in  tows  and  of  medium  draught 
boats,  and  the  added  benefits  accruing  from  heavy  draught  boats  will  be  mainly  local,  and. 
consequently,  should  await  co-operation  by  the  local  States  or  those  most  directly 

benefited  It  will  always  be  possible  to  increase  the  depths  above  12  feet  up 

to  25  feet  as  fast  as  local  co-operation  furnishes  the  funds." 

The  above  final  report  of  the  chiet  of  engineers  makes  the  Chesapeake 
and  Delaware  link  the  next  one  in  the  survey  to  be  pressed  to  the  attention 
of  Congress.  Early  and  favorable  action  for  taking  over  this  canal  is  earnestly 
desired,  and  is  essential  in  order  to  provide  continuous  navigation  between 
North  and  South. 
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A  Reminiscence — ^thc  Philadelphia  Delegation  to  the  Baltimore  Convention  of  1908,  Passing 

Through  the  Chesapeake  &  Delaware  Canal. 


GH£SAP£AK£  AND  DELAWARE  CANAL 

The  final  recommendation  of  the  chief  of  engineers  sul^mitted  to  Congress 
August  9,  1913,  with  reference  to  the  connecting  waterway  between  Chesa- 
peake Bay  and  Delaware  river  is  as  follows : 

"It  is  advisable  for  the  United  States  to  buy  die  Chesapeake  &  Delaware  Canal  at 
a  cost  to  die  United  States  not  exceeding  $2,514,290,  and  to  tiien  enlarge  it  to  a  sea  level 
canal  12  feet  deep  and  90  feet  bottom  width  with  tlie  least  interference  practicable  to 
existing  traftic  ....  at  a  cost  which  amounts  in  round  numbers  to  $8,000,000,  of 
which  $3,000,000  should  be  made  available  by  the  first  appropriation,  and  economical  work 
will  then  require  subsequent  appropriations  of  from  $500,000  to  $1,000,000  per  year. 

"Further  deepening  to  25  feet  at  an  extra  cost  of  $4,500,000  should ^ await  further 
observation  as  to  the  commercial  changes  resulting  irom  the  first  increase  in  canal  depth, 

and  especially  the  release  from  canal  tolls  The  general  public  benefit  will 

be  that  due  to  the  increase  of  commerce  by  use  of  barges  in  tows  and  of  medium  draught 
boats,  and  the  added  benefits  accruing  from  heavy  draught  boats  will  be  mainly  local,  and, 
consequently,  should  await  co-operation  by  the  local  States  or  those  most  directly 

benefited  It  will  always  be  possible  to  increase  the  depths  above  12  feet  up 

to  25  feet  as  fast  as  local  co-operation  furnishes  the  funds." 

The  above  final  report  of  the  chiet  of  engineers  makes  the  Chesapeake 
and  Delaware  link  the  next  one  in  the  survey  to  be  pressed  to  the  attention 

of  Coneress.   Earlv  and  favorable  action  for  taking  over  this  canal  is  earnestly 

desired,  and  is  essential  in  order  to  provide  continuous  navigation  between 
North  and  South. 
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ON  THE  CHESAPEAKE 

Power  boat    entering  lock  at  Delaware  City. 
Same  boat  locked  into  canal. 
Schooner  entering  lock. 
Same  schooner  ready  to  leave  canal. 
Modern  barge  entering  St.  George's  Lock. 
Same  barge  in  lock,  showing  lunitations  of 
present  antiquated  canal. 


AND  DELAWARE  CANAL. 

7.  Part    o  f    Delaware's    tomato    crop  awaiting 

shipnit  nt. 

8.  Some  of  it  that  did  not  get  shipped.    Note — 

Canal  toll  of  6  cents  per  10  baskets  was 
said  to  have  some  effect  also  in  discouraging 
shipment. 


STEREOGRAM  OF  THE  MIDDLE  ATLANTIC  SLOPE- 

The  dark  area  is  alluvial  soil  drained  at  tide  level;  the  light  is  upland  and  mountain,  soil  over  rock. 

The  line  where  the  two  meet  is  the  Atlantic  Fall  Line. 
The  Atlantic  Intracoastal  Waterway  will  run   througli   nlhuial    plains   at  tide  level,  under  the 

cheapest    and    easiest    possible    conditions    of  construction. 
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ON  THE  CHESAPEAKE 

Power  boat  entering  lock  at  Delaware  City. 
Same  boat  locked  into  canal. 
Schooner  entering  lock. 
Same  schooner  readv  tu  leave  canal. 
Modern  barge  entering  Si.  George's  Lock. 
Same  barge  in  lock»  showing  limitations  of 
present  antiquated  canal. 


AND  DELAWARE  CANAL. 

7.  Fart    of    Delaware's    tomato    crop  awaiting 

shipment. 

8.  Some  of  it  that  did  not  get  shipped.  Note — 

Canal  toll  of  6  cents  ]>er  10  baskets  was 
said  to  have  some  elfect  also  in  discouraging 
shipment. 


STEREOGRAM  OF  THE  MIDDLE  ATI.ANTIC  SLOPE- 

The  dark  area  is  alluvial  soil  drained  at  tide  level;  the  light  is  upland  and  mountain,  soil  over  rock. 

The  line  where  the  two  meet  is  the  Atlantic  Fall  Line. 
The  Atlantic  Intracoastal  Waterway  will  run  through  alluvial   i-lains  at  ti*le  level,  under  the 

cheapest    and    easiest    ixjssibie    conditions    of  cf.nstruction. 
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OI.D-FA5HIONKD  SMAtL  BASGCS  IN  THE  CHESAPEAKE  AN'D  DELAWARE  CANAL. 

ABOUT  300  TONS  CAPACITY. 


MODERN  BARGE  FOR  CHESAPEAKE  AND  DELAWARE  CANAL  TRAFFIC. 

XyOOO  TONS  CAPACITY^  BUT  UNABLE  TO  LOAD  MORE  THAN  800  TONS  OWING  TO  INADEQUATE 

DIHENSIONS  OF  CANAL. 
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NEW  JERSEY. 


1.  The  Bonaparte  landing.  Crosswidcs  Creek,  near 

Bordentown.  N".  T.  Two  tidal  cre^s.  Cross- 
wicks  and  Cheesequake,  are  followed  by  the 
canal  survey  across  New  Jersey. 

2.  Crosswidcs  Credc,  N.  J.    A  portion  of  tlie 

route  of  the  New  Tersey  ship  canal.  I^otos 
by  Wilfred  H.  Schoff. 
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Coal  Barges  tied  abreast  in  Delaware  River  at 
Philadelphia,  awaiting  shipment  by  ocean 
route  to  New  England. 

The  fate  of  the  Coastwise  Sailing  Fleet. 
Schooner  foundering  off  Nantudcct.  Photo 
by  C.  W.  Ward,  ^ssimmee,  Fla. 

Coal  Barge?  inward  bound,  near  tiie  Delaware 
Breakwater. 


OLD-FASHIOXI-D  SMALL  BARGES  IN  THE  CHESAPEAKE  AND  DELAWARE  CANAL. 

ABOUT  300  TONS  CAPACITY. 


MODERN   BARGE  FOR  CHESAPEAKE  AND  DELAWARE  CANAL  TR.\FFlC. 

1,000  TONS  CAPACITY,  BUT  UNABLE  TO  LOAD  MORE  THAN  800  TONS  OWING  TO  INADEftUATE 

DIMENSIONS  OF  CANAL. 
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NEW  JERSEY. 


The  Bonaparte  landing,  Crosswicks  Creek,  near 
Bordentown.  N.  T.  Two  tidal  creeks.  Cross- 
wicks and  Clieesequake.  are  followed  by  the 
canal  survey  across  New  Jersey. 

Crosswidcs  Creek.  X.  J.  A  portion  of  the 
route  of  tlie  New  Tersev  ship  canal.  Photos 
by  Wilfred  H.  Schoff. 
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Coal  nariic>  tied  abreast  in  Delaware  River  at 
Philadelphia,  awaiting  shipment  by  ocean 
route  to  New  England. 

The  fate  of  the  Coastwise  Sailine:  Fleet. 
Schooner  foundering  off  Nantucket.  Photo 
by  C.  W.  Ward.  Kissimmee,  Fla. 

Coal  Barges  inward  bound,  near  the  Delaware 
Hreakwater. 
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THE  DELAWARE  RIVER 


Connection  between  the  terminus  of  the  Chesapeake  and  Delaware  canal 
and  the  entrance  between  the  proposed  New  Jersey  canal  is  afforded  by  the 
Delaware  river.  Under  existing  projects  a  depth  of  35  feet  will  soon  be 
available  to  Allegheny  Avenue,  Philadelphia,  and  a  depth  of  12  feet  between 
Philadelphia  and  Trenton,  N.  J.,  is  now  available.  The  entrance  to  the  canal 
will  be  at  Bord«itown,  N.  J. 


THE  NEW  JERSEY  CANAL 

The  report  of  the  chief  of  engineers  with  respect  to  this  link  follows: 

"The  chief  of  engineers  concurs  with  the  special  board  in  its  view  that  some  day  a 
25  feet  depth  sea  level  canal  will  be  advisable  across  the  State  of  New  Jersey  from  -New 

York  Bay  to  the  Delav/are  River  Any  new  canal  should  be  built  over  a 

route  susceptible  of  development  into  a  deep  draft  sea  level  canal.  A  less  depth  than  25  feet 
will  take  reasonable  care  of  present  demands  of  commerce  ....  The  majority^of  the 
increased  tonnage  will  be  that  of  barges  of  from  one  thousand  to  two  thousand  tons.  And 
the  recommendation  of  the  chief  of  engineers  is  therefore  for  "a  lock  canal  of  12  feet  depth 
and  90  feet  bottom  width,  provided  the  State  of  New  Jersey,  or  other  local  parties,  will 
promptly  secure  and  donate  to  the  United  States  all  riglits  of  way  necessary  tor  a  125  feet 
bottom  width,  25  feet  depth  sea  level  canal  along  the  same  route  ....  and  provided 
that  the  12  feet  depth  canal  construction  work  be  earned  on  ...  .  such  a  way 
as  to  allow  of  a  greater  development  to  a  25  feet  depth  canal  whenever  such  development 
is  found  advisable." 

Estimates  of  the  cost  of  the  various  types  of  canal  reported  by  the  chief 
of  engineers  is  as  follows : 


Lock  canal,  12  feet  depth  $20,000,000 

Lock  canal,  25  feet  depth   30.000,000 

Sea  level  canal,  12  feet  depth   33,000,000 

Sea  level  canal,  25  feet  depth   45,000.000 


The  chief  of  engineers  further  discusses  the  possibility  of  future  partici- 
pation of  cost  in  constructing  a  sea  level  canal  of  25  feet  depth  by  the  States 
of  Pennsylvania  and  New  Jersey,  as  being  interested  parties  ui  sucn  an 

improvement.  ,       ,    „      ,      ,      1  , 

The  new  survey  follows  tidal  streams  through  alluvial  soil  and  marsh- 
land and  abandons  the  old  Delaware  and  Raritan  Canal  route,  which  tra- 
verses rocky  and  hilly  country  and  could  not  be  modernized  except  at  pro- 
hibitive cost.  .  ,  .  ,  ^  ^t. 
This  New  Jersey  link  is  absolutely  essential  in  order  to  connect  the  south- 
ern waterways  "with  New  York  and  New  England,  and  the  early  adoption  of 
the  project  and  commencement  of  the  work  are  to  be  urged  upon  Congress  at 

the  first  possible  opportunity.   

The  State  of  Nev^  Jersev  is  in  full  accord  with  this  project  and  has 
appropriated  $500,000  for  the  purchase  of  a  right  of  way  for  this  ^al  route 
to  be  presented  to  the  United  States  GovernnK-nt.  and  through  a  State  com- 
mission is  sur\eying  the  route  an.d  charting  the  real  e.state  to  be  acquired  tor 
the  right  of  way. 

STATEN  ISLAND  SOUND 

There  is  a  natural  protected  deep  waterwa^ — the  Staten  Island  Sound, 
comprising  the  Arthur  Kill  and  the  Kill  von  Kull— connecting  Raritan  Bay 
with  New  York  Bay.  The  development  of  water  front  sites  along  thi? 
waterway  in  recent  years  for  manufacturing  purposes  and  for  commercial 
terminals  has  been  remarkable,  and  even  greater  development  is  expected. 
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THE  DELAWARE  RIVER 


Connection  between  the  terminus  of  the  Chesapeake  and  Delaware  canal 
and  the  entrance  between  the  proposed  New  Jersey  canal  is  afforded  by  the 
Delaware  river.  Under  existin.2:  projects  a  depth  of  35  feet  will  soon  be 
available  to  Allegheny  Avenue,  Philadelphia,  and  a  depth  of  12  feet  between 
Philadelphia  and  Trenton,  N.  J.,  is  now  available.  The  entrance  to  the  canal 
will  be  at  Bordentown,  N.  J. 


THE  NEW  JERSEY  CANAL 

The  report  of  the  chief  of  engineers  with  respect  to  this  link  follows: 

"The  chief  of  engineers  concurs  with  the  special  board  in  its  view  that  some  day  a 
25  feet  depth  sea  level  canal  will  be  advisable  across  the  State  of  New  Jersey  from  JSiew 

York  Bay  to  the  Delaware  River  Any  new  canal  should  be  built  over  a 

route  susceptible  of  development  into  a  deep  draft  sea  level  canal.  A  less  depth  than  25  feet 
will  take  reasonable  care  of  present  demands  of  commerce  ....  The  majority ^of  the 
increased  tonnage  will  be  that  of  barges  of  from  one  thousand  to  two  thousand  tons.  And 
the  recommendation  of  the  chief  of  engineers  is  therefore  for  "a  lock  canal  of  12  feet  depth 
and  90  feet  bottom  width,  provided  the  State  of  New  Jersey,  or  other  local  parties,  will 
promptly  secure  and  donate  to  the  United  States  all  riglits  of  way  necessary  tor  a  125  feet 
bottom  width,  25  feet  depth  sea  level  canal  along  the  same  route  .  .  .  .  and  provided 
that  the  12  feet  depth  canal  construction  work  be  carried  on  ...  .  m  such  a  way 
as  to  allow  of  a  greater  development  to  a  25  feet  depth  canal  whenever  such  development 
is  found  advisable." 

Estimates  of  the  cost  of  the  various  types  of  canal  reported  by  the  chief 
of  engineers  is  as  follows : 


Lock  canal,  12  feet  depth  $20,000,000 

Lock  canal,  2;  feet  depth   30.000,000 

Sea  level  canal.  12  feet  depth   33.000,000 

Sea  level  canal,  25  feet  depth   45  000,000 


The  chief  of  engineers  further  discusses  the  possibility  of  fttture  partici- 
pation of  cost  in  constructing  a  sea  level  canal  of  25  feet  depth  by  the  States 
of  Pennsylvania  and  New  Jersey,  as  being  interested  parties  in  sucn  an 

improvement.  ,       ,„•,•,,  1 

The  new  survey  follows  tidal  streams  through  alluvial  soil  and  marsh- 
land and  abandons' the  old  Delaware  and  Raritan  Canal  route,  which  tra- 
x  crr^es  rock>  and  hilly  country  and  could  not  be  modernized  except  at  pro- 
hibitive CdSt.  ^  1. 

This  New  Jersev  link  is  absolutelv  essential  in  order  to  connect  the  south- 
ern waterways  with' New  York  and  New  England,  and  the  early  adoption  of 
the  project  and  coninicncement  of  the  work  arc  to  be  urged  upon  Congress  at 

the  first  possible  opportunity.  .  ,     ,  -         ■    ^      j  u 

The  State  of  New  Tersev  is  in  full  accord  with  this  project  and  tias 
appropriated  $500,000  for  the  purchase  of  a  ri-ht  of  way  for  this  canal  route 
to  be  presented  to  the  United  States  (^.ivernnient.  and  throu-h  a  Mate  com- 
mission is  surveying  the  route  and  charting  the  real  estate  to  be  actiuired  tor 
the  right  of  way. 

STATEN  ISLAND  SOUND 

There  is  a  natural  protected  deep  waterway— the  Staten  Island  Sound, 
comprising  the  Arthur  Kill  and  the  Kill  von  Kull— connecting  Raritan  P.ay 
with  New  York  Bay.  The  development  of  water  front  sites  along  thi= 
waterway  in  recent  years  for  manufacturing  purposes  and  for  commercial 
terminals  has  been  remarkable,  and  even  greater  development  is  expected. 
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BETWEEN  THE  ATLANTIC  AND  THE  GREAT  LAKES 

Between  the  Hudson  River  at  Waterford,  N.  Y.,  and  Lake  Erie  at  North 
Tonawanda,  the  State  of  New  York  is  now  bringing  to  completion  one  of  the 
most  extensive  engineering  projects  ever  undertaken  in  the  United  States, 
involving  an  entire  reconstruction  of  the  old  Erie  canal,  by  which  the  State 

of  New  York  first  attained  its  dominant  position  in  American  affairs.  Leaving 
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View  of  lock  and  dam  at  Mechanicville.  Dam 
in  place  before  work  on  canal  started.  Lock 
placed  at  end  of  existing  dam. 

View  of  dam  at  Delta  Reservoir;  in  the  fore- 
ground, the  Black  River  Canal  with  the 
aoaeduct  and  lodes. 


3.  \'ie\v   of  the  north   end  of  fixed   dam  across 

Alohawk  River  at  Vischer's  Ferr\%  showing^ 
head  gates  and  small  lock. 

4.  View  of  lock  at  part  of  the  fixed  dam  across 

Mohawk  River  at  Vischer's  Ferry.  Power 
house  shown  under  construction. 


(Photographs  from  AT.  y.  ^tate  Engineer's  OfRce,  Albany.) 


BETWEEN  THE  ATLANTIC  AND  THE  GREAT  LAKES 

Between  the  Hudson  River  at  Waterford,  N.  Y.,  and  Lake  Erie  at  North 
Tonawanda,  the  State  of  New  York  is  now  bringing  to  completion  one  of  the 
most  extensive  engineering  projects  ever  undertaken  in  the  United  States, 
involving  an  entire  reconstruction  of  the  old  Erie  canal,  by  which  the  State 
of  New  York  first  attained  its  dominant  position  in  American  affairs.  Leaving 
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s.  View  of  lock  and  dam  at  Mechanicville.  Dam  3,  V'iew  of  the  north  end  of  fixed  dam  acr()SS 
in  place  before  work  on  canal  started.  Lock  Mohawk  River  at  Vischer's  Ferry,  showing- 
placed  at  end  of  existing  dam.  Iiead  jrates  and  small  lock. 

2,  View  of  dam  at  Delta  Reservoir;  in  the  fore-  4.  \"iew  of  lock  at  part  of  the  fixed  dam  across 

ground,   the    Black   River   Canal    with   the  Mohawk  River  at  Vischer's  Ferry.  Power 

aqueduct  and  locks.  house  shown  under  construction. 

(Photographs  from  K.  State  Engineer's  OMce,  Albany.) 


the  Hudson  River  at  Waterford  the  canal  rises  by  a  flight  of  five  cement  locks 
to  the  Mohawk  River,  which  is  canaHzed  by  a  series  of  movable  dams.  The 
central  section  of  the  canal  is  fed  by  two  great  dams  that  impound  the  waters 
of  the  western  Adirondack  region.  The  canal  then  enters  Oneida  Lake  and 
proceeds  thence  to  Lockport  over  an  excavated  route,  following  in  large 
measure  the  present  Erie  Canal  route.  Connection  is  provided  by  branch 
canals,  with  Lake  Champlain,  and  with  Lake  Ontario  at  Oswego ;  also  with 
Cayuga  and  Seneca  Lakes;  and  connecting  spurs  are  afforded  the  cities  of 
Syracuse  and  Rochester.    Statistics  follow: 

,    3-23-3  miles 

Erie  branch  

Numher  of  locks   •••  

Oneida  Lake,  forming  part  of  the  route  

Spurs  to  Syracuse  and  Rochester   J"-^"  „ 

Champlain  branch    ^^"^ 

Number  of  locks    228  " 

Oswego  branch    " 

Number  of  locks    ' - 

Cayuga  and  Seneca  branch   

Number  of  locks   V-lul ,"1 fi- 

Cayuga  and  Seneca  Lakes,  connected  with  barge  canal.  

wS  of  channel,  land  line  surface  section,  bottom,  minimum. .  7.  feet 

Width  of  channel,  land  line,  water  surface  123  to  171 

Width  of  channel,  land  line,  lock  section,  bottom,  minimum   94 

Width  of  channel,  river  line,  bottom,  general.....   ^ 

Depth  of  channel,  land  line  and  minimum  river  line   i- 

Locks,  length  between  gates    ^-^ 

Available  length    - 

Width  of  chamber   

Depth  of  sills               28 

Dams,  new    g 

Dams,  old  with  new  crests   

bIZI'  ^kdS'uSi^^i  "uKk  width ::::::::::::::::::::::::  3.000  tons 

^  £ats?bS  t  for  two  to  pass  in  most  restricted  channels,  and  two 

for  traveling  tandem  to  be  locked  at  one  lockage  tV^oTnooooo 

Appropriation,  Erie,  Champlain  and  Oswego  Canals  "^'^JCZ 

A^Jropnation,  Cayuga  and  Seneca  Canals    ^7.000.000 

iSSSraJ^roJSiolrSSStore  ^^^^ 
system   

This  New  York  canal  system,  built  by  the  State  exclusively  provides  a 
direct  connection  from  the  Atlantic  Intracoastal  Waterway  to  the  Great  Lakes, 
and  by  way  of  Lake  Champlain  to  the  St.  Lawrence  River  in  Canada. 


it 


u 
it 

« 
it 


The  illustrations  on  the  opposite 

State  Barge  Canal.  The  particular  poir 

T  Safety  gate  closing  canal  section  at 
Aloiiuwk  River,  Crescent  Dam  in  distance. 

0  Movable  bridge  dam  spanning  Mo- 
hawk River ;  8  such  dams  canahze  the  entire 
river. 

3  Mohawk  River  and  Barge  Canal  at 
Little  Falls. 

1  One  of  five  locks  l)y  which  the  canal 
ascends  from  the  Hudson  to  the  Mohawk 
at  Wjiterford,  N.  Y. 


]^aoe  are  of  scenes  on  the  New  York 

Xs  shown  by  each  picture  are  as  follows: 

5,  Lift  lock  at  Little  Falls.  Highest  in 
the  world— 40  ft.  (<  in.  lift. 

6.  Cut  between  Mohawk  River  and  Lock 
No'  5.  New  York  Barge  Canal. 

7  Canal  locks  at  Lockport.  N.  Y.,  show- 
ing 5  Erie  Canal  locks  retained  for  local 
traffic,  and  2  Barge  Canal  locks,  same 
height  lift  for  through  traffic. 

8.  Concrete  guide  ways  in  pool  above 
lock,  Waterford. 


Photographs  by  IVilfrcJ  IL  Schoff. 

VIEWS  or  THB  NEW  YORK  STATE  BARGE  CANAU 
(see  OFPOSITK  PAGE). 


the  Hudson  River  at  Waterford  the  canal  rises  by  a  flight  of  five  cement  locks 
to  the  Mohawk  River,  which  is  canaHzed  by  a  series  of  movable  dams.  The 
central  section  of  the  canal  is  fed  by  two  great  dams  that  impound  the  waters 
of  the  western  Adirondack  region.  The  canal  then  enters  Oneida  Lake  and 
proceeds  thence  to  Lockport  over  an  excavated  route,  following  in  large 
measure  the  present  Erie  Canal  route.  Connection  is  provided  by  branch 
canals,  with  Lake  Lhamplain,  and  with  Lake  Ontario  at  Oswego ;  also  with 
Cayuga  and  Seneca  Lakes;  and  connecting  spurs  are  afforded  the  cities  of 
Syracuse  and  Rochester.    Statistics  follow: 


Erie  branch   ^'^'^  ""^^^ 

Xuml)cr  of  lock?  

Uneida  Lake,  terming  part  of  the  route  

Spurs  to  Syracuse  and  Rochester   ^^f*  „ 

Champlatn  branch    ^^'^ 

Number  of  locks    ^^8 

Oswego  branch    * 

Number  of  locks    .  ^  « 

Cayuga  and  Seneca  branch    ^^--^ 

Number  of  locks  •  •  •  •  •  ;  •  •  ;  •  • /: 

Cayuga  and  Seneca  Lakes,  connected  with  barge  canal.  ^ .  -  •  Op 

Width  of  channel,  land  line  surface  section,  bottom,  muumum.  .  feet 

Width  of  channel,  land  line,  water  surface    123  to  i/ 

Width  of  channel,  land  line,  lock  section,  bottom,  mimmum   94 

Width  of  channel,  river  line,  bottom,  general.....   ^ 

Depth  of  channel,  land  line  and  mmimum  river  hne   12 

Locks,  length  between  gates  

Available  length    ^  .  « 

Width  of  chamber   "  « 

Depth  of  sills   [  .    [  [  .  .  28 

Dams,  new    g 

Dams,  old  with  new  crests  

Dams,  old,  without  change  .  :  • ;  •   .^j^g 

Boats  capacity  utilizing  full  lock  width.  -  •  ^.ooo  tons 

Boats  built  for  two  to  pass  in  most  restricted  channels,  and  two 

for  traveling  tandem  to  be  locked  at  one  lockage  ifoToooooo 

Appropriation.  Erie.  Cl-mp^^^^^                    ^'"^^  ! ! !       !  7^^^ 
Appropriation.  Cayuga  and  Seneca  Canals    1^000,000 

system   


This  New  York  canal  system,  built  by  the  State  exclusiveb-,  provides  a 
direct  connection  fium  the  Atlantic  Intracoastal  Waterway  to  the  Great  Lakes, 
and  bv  way  of  Lake  Champlain  to  the  St.  Lawrence  River  in  Canada. 


The  iUusiratiuns  i-n  the  opposite 

State  Barge  Canal.  The  particular  poii 

I  ^atctv  gate  closing  canal  section  at 
Mohawk  River,  Crescent  Dam  in  distance. 

0  -Movable  bridge  dam  spanning  Mo- 
hawk River;  8  such  dams  canalize  the  entire 
river. 

V  M.,liawk  River  and  Barge  Canal  at 
Liule  Falls. 

1  One  of  five  lock,  l.y  whicli  tlic  canal 
ascends  from  the  Hudson  te.  the  Mohawk 
at  \\  aterford,  X.  V. 


l)ase  are  of  scenes  on  the  New  York 
ts  shuwn  by  each  i)icture  are  as  follows: 

5.  Lift  lock  at  l^itlle  Falls.  Highest  in 
the  world— 40  ft.  <>  i"-  lift. 

6.  Cut  between  Mohawk  River  and  Lock 
No.  5.  New  ^'oI■k  I'.argc  Canal. 

7  '  Canal  locks  at  Lockport.  N.  Y.,  show- 
ing 5  Erie  Canal  locks  retained  for  local 
traffic,  and  2  Barge  Canal  locks,  same 
height  lift  for  through  traffic. 

8.  Concrete  guide  ways  in  pool  above 
lock.  Waterford. 


Photographs  by  Wilfred  H.  Schoff. 

views  or  the  new  york  state  barge  cakal. 

(see  opposite  page). 


1817-1830 


1830-1860 


FIRST  ON  ORIGINAL  CANAL 

30  Tom  6Vx7'x3'^' 


4t^ 


75  Tons 


1,000  bu.  of  wheat 
LATER  ON  ORIGINAL  CANAL 

75'xl2'x3>^' 


2,500  bM.  of  whoat 


STATE  OF  HfiV  YORK 

Vmm  OAXAI.  BOATS 

showing 

oucccMive  enlaigeaenU 

•CALB 


1800.1882 


1882  TO  DATE 


LARGEST  ON  ORIGINAL  CANAL 
lOOTofM  8VxWk354» 


MOTORS 


3,333  bu.  of  wlwii 
AFTER  ENLARGEMENT 

98'x17'.<  x6' 


1500  Tons 


8,000  bu.  of  whsM 

BARGE  CANAL—APPROXIMATE  SIZE 

f5Pi36*x10f 


J 


SIMM  toll,  of  whoo^ 


3000  Tons 


BARGE  CANAL— FOR  FULL  LOCK  WIDTH 

250' X  44' X  10' 


100,000  bu.  of  whMt 


« 


Photographs  from  N.  Y.  State  Engineet^s  OfRco,  Albany. 

STATS  BAKGE  CANAL  TSRMINAt,  AI^ANV,  N.  Y* 
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LAKE  GHAMPLAIN 


The  connection  between  the  Intracoastal  Waterway  and  Canada  is  provided 
by  the  Champlain  Canal  (part  of  the  State  Barge  Canal  system),  Lake  Cham- 
plain  and  the  Richelieu  River,  thus  providing  direct  water  communication  with 
Montreal  and  Quebec,  points  on  the  St.  Lawrence  River,  the  Saguenay,  Ottawa 
and  the  great  projected  system  of  Canadian  internal  waterways. 

In  order  to  provide  adequate  connection  between  the  Barge  Canal  terminus 
at  Whitehall  and  deep  water  in  Lake  Champlain,  Federal  improvement  of  the 
Champlain  Narrows,  Whitehall  to  Crown  Point,  37  miles,  an  interstate  water- 
way, will  be  necessary. 


UPPER  HUDSON  RIVER 

The  State  Bar2;e  Canal  System  enters  the  Hudson  River  at  W'aterford, 
N.  Y.  Between  W'aterford  and  Hudson,  about  39  miles,  the  river  is  in  course 
of  improvement  by  the  Federal  Government,  the  present  project  contemplating 
a  channel  depth  of  12  feet.  The  work  comprises  a  g^reat  concrete  dam  and 
lock  with  16  foot  lift  at  Troy,  providing  slackwater  navigation  between  Troy 
and  \\'aterford.  lietween  Troy  and  Hudson,  the  river  is  being  dredged  and 
the  channel  controlled  bv  dikes.  This  channel  depth  of  12  feet  will  be  uniform 
M'ith  the  Barge  Canal  dimensions.  The  business  interests  at  Troy  and  Albany 
anticipate,  however,  that  large  transfers  of  traffic  will  take  place  at  the  head 
of  the  river,  and  are.  therefore,  urging  provision  for  a  greater  channel  deinh 
as  far  as  the  Troy  dam,  the  depth  suggested  being  27  feet,  and  on  this  request 
Congress  has  authorized  a  survey  by  the  Army  Engineers.  It  seems  altogether 
probable  that  the  head  of  the  river  will  become  an  important  freight  transfer 
point,  and  that  Federal  improvement  of  the  stream  beyond  Barge  Canal  dimen- 
sions will  be  advisable* 

Between  Hudson.  X.  Y.,  and  Xew  York  harbor,  the  Hudson  River  already 
possesses  sufficient  depth  for  modern  traISc,  except  at  a  few  points  such  as 
Haverstraw  Bay,  where  dredging  of  sandbars  is  required. 


NEW  YORK  CITY 

In  and  about  N'ew  York  City  are  projects  for  the  im]MTivement  of 
Spuyten  Duyvil  Creek,  the  Harlem  River,  and  the  Bronx  Kills,  connecting 
1  ludson  River  with  T^ong  Island  Sound  without  passing  around  the  lower  citv ; 
also  extensive  improvements  in  the  East  River  to  attain  a  greater  depth  of 
channel  and  a  less  velocity  of  tide.  The  recommendation  of  the  chief  of 
engineers  is  for  the  construction  of  the  Harlem  Kills  channel  to  a  depth  of 
18  feet,  and  for  the  completion  of  a  35-foot  channel  through  the  East  River, 

removing  dangerous  rocks,  at  a  cost  of  $  8,616,780 

For  further  improvements  giving  access  to  the  wharves  on  the 

eastern  side  of  the  river,  at  a  cost  of   2.129,458 

For  improved  channel  east  of  Blackwell's  Island   1,877,000 

Sundry  auxiliary  works   775,281 

Or,  in  round  numbers  $13400,000 

These  improvements  once  made  will  be  practically  permanent.  The  first 
appropriation  recommended  is  of  $500,000,  subsequent  appropriations  to  be 
not  less  than  $500,000  per  annum  until  completion  of  ^e  work. 
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1817-ia30 


i«3o.iafio 


FIRST  ON  ORIGINAL  CANAL 

30  Tons  61x7  x3'j' 


1,000  bu.  of  wheat 


LATER  ON  ORIGINAL  CANAL 

75  Tom 


'  'ill  r  -  iiin  f 


2,M  bv.  wfcwrt 


STATE  OF  mm  TffltK 
SaiB  CAIUI.  MATS 


LARGEST  ON  ORIGINAL  CANAL 
100  Tom  OO'kWkSK' 


3^33  bu.  whMl 


1862  TO  DATE 


240  Tons 


AFTER  ENLARGEMENT 

98'xl7'<x6' 


1600  Tom 


9fin  bu.  of  whmk 


BARGE  CANAL-^APPROXIMATE  SIZE 


155' X  36' X  10' 


60,000  bu.  of  whoot 


3000  Tom 


BARGE  CANAL— FOR  FULL  LOCK  WIDTH 

250' X  44' X 10' 


lOOaOOO  bu.  of  wheat 


Photographs  from  N.  F.  State  Bngineer^s  OfRce,  Albany, 

STATE  BARGE  CANAt  TERMINAL,  ALBANY,  N.  Y. 
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LAKE  GHAMPLAIN 


The  connection  between  the  Intracoastal  Waterway  and  Canada  is  provided 
by  the  Chaniplain  Canal  (part  of  the  State  Barge  Canal  system),  Lake  Cham- 
plain  and  the  Richelieu  River,  thus  providing  direct  water  communication  with 
Montreal  and  Quebec,  points  on  the  St.  Lawrence  River,  the  Saguenay,  Ottawa 
and  the  great  projected  system  of  Canadian  internal  waterways. 

In  order  to  provide  adequate  connection  between  the  Barge  Canal  terminus 
at  Whitehall  and  deep  water  in  Lake  Champlain,  Federal  improvement  of  the 
Champlain  Narrows,  Whitehall  to  Crown  Point,  37  miles,  an  interstate  water- 
way, will  be  necessary. 


UPPER  HUDSON  RIVER 

The  State  liaroc  Canal  v^\stem  enters  tlie  Hudson  River  at  \\'aterf< )rd, 
X.  lietween  W'aterford  and  Hudson,  alxjut  39  miles,  the  river  is  in  course 
of  improvement  by  tlie  Federal  Government,  the  present  project  contemplating 
a  channel  (le])th  of  12  feet.  The  work  comprises  a  great  concrete  dam  and 
lock  with  16  foot  lift  at  Troy,  providinj^  slackwater  navigation  between  Troy 
and  W'aterford.  lietween  Troy  and  Hudson,  the  river  is  being  dredged  and 
the  channel  controlled  by  dikes.  This  channel  depth  of  12  feet  will  be  uniform 
with  the  Uarge  Canal  dimensions.  The  business  interests  at  Troy  and  Albany 
anticipate,  however,  that  large  transfers  of  traffic  will  take  place  at  the  head 
of  the  river,  and  are,  therefore,  urging  provision  for  a  greater  channel  depth 
as  far  as  the  Tro}  dam,  the  depth  suggested  being  27  feet,  and  on  this  request 
Congress  has  authorized  a  survey  by  the  Army  Engineers.  It  seems  altogether 
probable  that  the  head  of  the  river  will  become  an  important  freight  transfer 
point,  and  that  Federal  improvement  of  the  stream  beyond  Barge  Canal  dimen- 
sions will  be  advisable. 

Between  Hudson,  N.  Y.,  and  New  York  harbor,  the  Hudson  River  already 
possesses  sufficient  depth  for  modern  traffic,  except  at  a  few  points  such  as 
Haverstraw  Bay,  where  dredging  of  sandbars  is  required. 


NEW  YORK  CITY 

In  atid  a1)out  Xew  ^'(^rk  Citv  are  ]u*ojects  for  the  improvement  of 
S]niMen  Duyvil  Creek,  the  Harlem  River,  and  the  lironx  Kills,  connect inij 
Hudson  River  with  Lon^-  Island  v^^nind  without  ])assinti"  aroimd  the  lower  citv; 
also  extensive  improvements  in  the  East  River  to  attain  a  greater  depth  of 
channel  and  a  less  velocity  of  tide.  The  recommendation  of  the  chief  of 
engineers  is  for  the  construction  of  the  Harlem  Kills  channel  to  a  depth  of 
18  feet,  and  for  the  completion  of  a  35-foot  channel  through  the  East  River, 

removing  dangerous  rocks,  at  a  cost  of  $  8,616,780 

For  further  improvements  giving  access  to  the  wharves  on  the 

eastern  side  of  the  river,  at  a  cost  of   2,129,458 

For  improved  channel  east  of  BlackwelFs  Island   1,877,000 

Sundry  auxiliary  works   775,281 

Or,  in  round  numbers  $13,400,000 

These  improvements  once  made  will  be  practically  permanent.  The  first 
appropriation  recommended  is  of  $500,000,  subsequent  appropriations  to  be 
not  less  than  $500,000  per  annum  until  ccmipletion  of  the  work. 
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HUDSON   RIVEK   BKTWKlCN   ALUANY  A.\D  TK(tV,   SHOWIXG   POKTloX   OF   FEDERAL  IMPROVEMENT. 


t 


Photographs  by  Wilfred  H.  Sdwif. 

SITE  OF  MUNXCZPAI*  DOCKS,  TROY,  N.  Y, 

The  crowds  on  the  waterfront  are  extending  the  welcome  of  the  city  of  Troy 
to  the  Seventh  Annual  Convention  of  the  Atlantic  Deeper 

Waterways  Association. 
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Photograph  by  Wilfred  H,  SchoW. 

GOVERNMENT  DAM  AT  TROY,  SHOWING  WORK  SUSPENDED  DURING  DEBATE  ON 

A  RIVER  AND  HARBOR  BILL. 


Photo  by  Detroit  Publishing  Co, 

BARGES  IN  TOW  OH  THE  HUDSON  RIVER,  WEST  POINT,  N.  Y. 
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UriiSON    RIVKK   Ki:r\VEK\   ALliANY   AM)   TkuV.   SliOUlXi;   I'oKTioN   oF   FEDERAL   1 M  PKOVEM  E  N  T. 


Photographs  by  H'ilfreii  H.  Schoif. 

SITE  OF  MUNICIPAL  DOCKS,  TROY,  N.  Y. 

The  crowds  on  the  waterfront  are  extending  the  welcome  of  the  city  of  Troy 
to  the  Seventh  Annual  Convention  of  the  Atlantic  Deeper 

Waterways  Association. 
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Photograph  by  Wilfred  H,  Schoff, 

GOVERNMENT  DAM  AT  TROY,  SHOWING  WORK  SUSPENDED  DURING  DEBATE  ON 

A  RIVER  AND   HARBOR  BILL. 


Photo  by  Detroit  Publishing  Co, 

BARGES  IN  TOW  ON  THE  HUDSON  RIVER,  WEST  POINT,  X,  Y. 
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Pkpios  hy  Wilfred  H.  Schoif.  NEW  \ 

1.  Spuyten    Duyvil    Cret-k    at    its    junction  with 

Hudson  River,  Xew  York  City. 

2.  Barge  traffic  in  heavy  freight,  Harlem  River, 

New  York  City. 

3.  Manhattan   Island,  New  York  City — Meeting 

point    of    three    great    lines    of    traffic: — • 

( 1 )  Long  Island   Sound  and   East   River ; 

(2)  Hudson  River,  Barge  Canal  and  Great 


IK  CITY. 

Lakes;  (3)  Atlantic  Intracoastal  Waterway 
as  far  as  Florida  waters. 

4.  Spuyten  Duyvil  Creek,  New  York  City — Show- 

ing portion  to  be  straightened  to  provide 
barge  passage  between  Hudson  River  and 
Long  Island  Sound. 

5.  Barge  Tow  on  Hudson  River,  Weehawken. 

N.  J. 

6.  Barge  Tow  on  East  River,  New  York  City. 


ftCALC  «r  MHjC* 

r  r 


NEW  ENGLAND 

The  Atlantic  Intracoastal  Waterway,  together  with  the  New  York  Barge 
Canal  system  and  its  Hudson  River  connection,  will  reach  New  England 
waters  by  means  of  Long  Island  Sound.  This  is  a  natural  protected  waterway 
of  sufficient  depth  and  width  for  any  purpose  of  navigation,  and  requires  no 
improvement. 

Two  projects  are  included  in  the  engineers'  survey  in  the  New  England 
district:  one,  a  protected  waterway  through  the  lagoons  of  the  Rhode  Island 
shore,  connecting  Fisher's  Island  Sound  with  Narragansett  Bay  and  avoiding 
the  dangers  of  Point  Judith ;  the  other,  a  waterway  connecting  Narragansett 
Bay  with  Massachusetts  Bay  or  Boston  harbor. 

The  special  board  of  survey  laid  down  a  canal  route  between  Fisher's 
Island  Sound  and  Narragansett  Bay  at  a  depth  of  i8  feet,  bottom  width  125 
feet;  estimated  cost  $12,322,000.  The  State  of  Rhode  Island  has  undertaken 
to  provide  a  free  right  of  way  for  the  canal  to  the  extent  of  an  appropriation 
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Fkoioj  by  Wilfred  H.  Sclwff,  MCW  V 

1.  Spuyten    Duyvil    Creek    at    its   junction  with 

Hiulsoii  River,  New  York  City. 

2.  Barge  traffic  in  heavy  freight,  Harlem  River, 

New  York  City. 

3.  Manhattan    Island,   Xew   York   City — Meeting 

point    of    three    great    lines    of    traffic: — • 

(1)  Long  Island   Sound  and   East  River; 

(2)  Hudson  River,  Barge  Canal  and  Great 


iK  CITY. 

Lakes;  (3)  Atlantic  Intracoastal  Waterway 
as  tar  as  Florida  waters. 

4.  Spuyten  Duyvil  Creek,  New  York  City — Show- 

ing portion  to  be  straightened  to  provide 
barge  passage  between  Hudson  River  and 
Long  Island  Sound. 

5.  Barge  Tow   on   Hudson   River,  Weehawken» 

N.  J. 

6.  Barge  Tow  on  East  River,  New  Yoric  City. 


NEW  YORK*BOSTON  CANALS 


1 


NEW  ENGLAND 

The  Atlantic  Intracoastal  Waterway,  together  with  the  New  York  Barge 
Canal  system  and  its  Hudson  River  connection,  will  reach  New  England 
waters  by  means  of  Long  Island  Sound.  This  is  a  natural  protected  waterway 

of  sufficient  depth  and  width  for  any  purpose  of  navigation,  and  requires  no 
improvement. 

Two  projects  are  included  in  the  engineers'  survey  in  the  New  England 
district:  one,  a  protected  waterway  through  tlie  lagoons  of  the  Rhode  Island 
shore,  connecting  Fisher's  Island  Sound  with  Xarragansett  Bay  and  avoiding 
the  dangers  of  Point  Judith;  the  other,  a  waterway  connecting  Narragansett 
Bay  with  Massachusetts  Bay  or  Boston  harbor. 

The  special  board  of  survey  laid  down  a  canal  route  between  Fisher's 
Island  Sound  and  Narragansett  Bay  at  a  depth  of  i8  feet,  bottom  width  125 
feet;  estimated  cost  $12,322,000.  The  State  of  Rhode  Island  has  undertaken 
to  provide  a  free  right  of  way  for  the  canal  to  the  extent  of  an  appropriation 
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of  $500,000.  The  reviewing  board  and  the  chief  of  engineers  have  not  con- 
curred with  the  survey  board  and  are  not  ccmvinced  that  present  commercial 
needs  would  justify  this  expenditure.  They  have  not  therefore  recc«iraiended 
that  the  work  be  instituted  at  the  present  time.    Further  agitation  of  this 

question  may  be  undertaken  at  any  time  by  the  parties  interested,  as  the  surveys 
completed  by  the  present  board  are  still  a  matter  of  public  record  and  may 
be  ai^ain  taken  up  under  resolution  of  Congress.  The  dimensions  chosen  by 
the  engineers  for  the  route  south  of  New  York,  12  feet  depth  and  90  feet 
bottom  width,  would  be  less  expensive  and  perhaps  more  feasible. 

The  question  of  connection  of  Narragansett  Bay  with  the  port  of  Boston 
is  somewhat  complex.    The  army  engineers,  acting  under  the  resolution  of 

Congress,  have  completed  surveys  that  proceed  frc»n  Fall  River  to  the  head  of 

navigation  on  the  Taunton  River,  thence  across  intervening  territory  to  the 
watershed  of  the  North  River,  and  thence  to  Hingham  Bay,  a  part  of  Boston 
harbor.  There  is  also  in  operation  at  the  present  time,  built  by  a  private  corpo- 
ration, a  toll  canal  of  30  feet  depth  connecting  lUtzzards  Bay  with  Barnstable 
Bay,  crossing  the  peninsula  of  Cape  Cod  and  known  as  the  Cape  Cod  Canal. 

The  special  survey  board  submitted  its  surveys  with  estimates  of  cost 
varj'ing  from  $17453,000  for  a  canal  18  feet  deep,  with  bottom  width  of  125 
feet,  and  summit  level  of  20  feet,  by  way  of  Taunton  to  Plymouth,  to  $40,047,- 
000  for  a  canal  25  feet  deep,  with  bottom  width  of  200  feet,  and  summit  level 
of  35  feet,  by  way  of  Taunton  to  Hingham  Bay.  The  board  further  reported 
that  "at  the  present  time  there  appears  to  be  no  commercial  necessity  sufificient 
to  justify  the  construction  of  a  canal  over  either  of  these  inland  routes.  After 
other  sections  of  the  pr<^)0sed  intracoastal  waterway  have  been  constructed, 
and  after  the  measure  of  worth  to  commerce  to  be  afforded  by  the  Cape  Cod 
Ship  Canal  has  been  dem(»strated,  the  questicm  of  the  need  for  a  completely 
sheltered  waterway  between  Narragansett  Bay  and  Boston  should  receive 
further  consideration." 

The  question  of  the  possibility  of  the  acquisition  of  the  Cape  Cod  Canal 
by  the  United  States  Government  was  thus  considered  by  the  engineers : 

"The  econcxnic  value  of  the  Cape  Cod  Canal  with  its  exposed  approaches 
has  not  yet  been  established.  It  has  not  been  considered  advisable  for  the 
United  States  to  enter  into  any  negotiation  looking  to  the  acquisition  of  this 
canal  at  the  present  time.  After  its  completion  the  question  of  its  acquirement, 
based  on  its  value  as  a  going  concern,  may  be  worthy  of  further  consideration." 

A  portion  of  the  engineers'  survey  between  Fall  River  and  Boston  follows 
the  Taunton  River  to  the  head  of  navigation,  and  this  river  is  now  in  course 
of  improvement  under  both  State  and  Federal  aid. 

The  Cape  Cod  Canal  is  a  ship  canal  at  sea  level,  8/2  miles  in  length,  and 
vessels  iiassin*^  through  it  avoid  entirely  the  dangers  of  Cape  Cod.  There 
remains,  however,  the  passage  between  its  eastern  terminus  at  Sandwich 
and  Boston  harbor,  over  an  exposed  ocean  route  not  suited  to  ordinary  canal 
barge  traffic. 

The  surveys  made  by  the  Army  Engineers  for  the  Massachusetts  section 
of  the  intracoastal  waterway  are  still  available.   The  report  of  the  engineers 

merelv  postpones  final  consideration  thereof  and  the  subject  may  again  be 

brougin  up  for  consideration  at  any  time  by  resolution  of  Congress.  As  in 
the  case  of  the  Rhode  Island  link,  a  survey  on  the  dimensions  adopted  south 
of  New  York  might  lead  to  a  more  favorable  report. 
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of  $500,000.  The  reviewing  board  and  the  chief  of  engineers  have  not  con- 
curred with  the  survey  board  and  are  not  cwivinced  that  present  commercial 
needs  would  justify  this  expenditure.  They  have  not  therefore  rec<Mnmended 
that  tlie  work  be  instituted  at  the  present  time.    Further  agitation  of  this 

questirai  may  be  undertaken  at  any  time  by  the  parties  interested,  as  the  surveys 
completed  by  the  present  board  are  still  a  matter  of  public  record  and  may 
be  again  taken  uj)  under  resolution  of  Congress.    The  dimensions  chosen 
the  engineers  for  the  route  south  of  New  York,  12  feet  de])tb  and  90  feet 
bottom  width,  would  be  less  expensive  and  perhaps  more  feasible. 

The  question  of  connection  of  Narragansett  Bay  with  the  port  of  Boston 
is  somewhat  complex.    The  army  engineers,  acting  under  the  resdiution  of 

Congress,  have  completed  surveys  that  proceed  from  Fall  River  to  the  head  of 
navigation  on  the  Taunton  River,  tbence  across  intervening  territory  to  the 
watershed  of  the  North  River,  and  thence  to  Hingham  Bay,  a  part  of  Boston 
harbor.  There  is  also  in  operation  at  the  present  time,  built  1)y  a  private  corpo- 
ration, a  toll  canal  of  30  feet  dejJth  connecting  Buzzards  Bay  with  1  Barnstable 
Bay,  crossii^  the  peninsula  of  Cape  Cod  and  known  as  the  Cape  Cod  Canal- 

The  special  survey  board  submitted  its  surveys  with  estimates  of  cost 

varying  from  $17,453,000  for  a  canal  18  feet  deep,  with  bottom  width  of  125 
feet,  and  summit  level  of  20  feet,  by  way  of  Taunton  to  Plymouth,  to  $40,047,- 
000  for  a  canal  25  feet  deep,  with  bottom  width  of  200  feet,  and  summit  level 
of  35  feet,  by  way  of  Taunton  to  Hinj^ham  Bay.  The  board  further  reported 
that  *'at  the  present  time  there  appears  to  be  no  commercial  necessity  sufficient 
to  justify  the  construction  of  a  canal  over  either  of  these  inland  routes.  After 
other  sections  of  the  prq>osed  intrac<^stal  waterway  have  been  constructed, 
and  after  the  measure  of  worth  to  commerce  to  be  afforded  by  the  Cape  Cod 
Ship  Canal  has  been  denKmstrated,  the  questicm  of  the  need  for  a  ownpletcly 
sheltered  waterway  between  Narragansett  Bay  and  Boston  should  receive 
further  consideration." 

The  question  of  the  possibility  of  the  acquisition  of  the  Cape  Cod  Canal 
by  the  United  States  Government  was  thus  considered  by  the  engineers : 

"The  economic  value  of  the  Cape  Cod  Canal  with  its  exposed  approaches 
has  not  yet  been  established.    It  has  not  been  considered  advisable  for  the 

United  States  to  enter  into  any  negotiation  looking  to  the  acquisition  of  this 
canal  at  the  present  time.  After  its  completion  the  question  of  its  acquirement, 
based  on  its  value  as  a  going  concern,  may  be  worthy  of  further  consideration." 

A  porticm  of  the  engineers'  survey  between  Fall  River  and  Boston  follows 
the  Tauntcm  River  to  the  head  of  navigation,  and  this  river  is  now  in  course 
of  improvement  imder  both  State  and  Federal  aid. 

The  C'd]K'  C<n\  Canal  is  a  shij)  canal  at  sea  level,  P^^A  miles  in  len^i^th,  and 
vessels  passmg  through  it  avoid  entirely  the  dan^^ers  of  Cape  Cod.  There 
remains,  however,  the  passage  between  its  eastern  terminus  at  Sandwich 
and  Boston  harbor,  over  an  exposed  ocean  route  not  suited  to  ordinary  canal 
barge  traffic. 

The  surveys  made  by  the  Army  Engineers  for  the  Massachusetts  section 
of  the  intracoastal  waterway  are  still  available.  The  report  of  the  engineers 
merelv  postpones  final  consideration  thereof  and  the  subject  may  again  be 
brought  up  for  consideration  at  any  time  by  resolution  of  Congress.  As  in 
the  case  -.f  the  Rhode  Island  link,  a  survey  on  the  dimensions  adopted  south 
of  New  York  might  lead  to  a  more  favorable  report, 
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X.     FKOVIDEXCE,  K.   I,  2.     KW  BCOFOKD,   MASS.  3.     JAU#  KXVSR,  MASS. 
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TAUNTON  ] 

1  and  3.  Coal  pockets  with  barge  alongside,  Taun- 
ton.   Heavy   freight  inbound. 

2.     Brick  yards,  Taunton.     Heavy  freight  outbound. 

4.  Tugboat  and  barge,  Taunton  River.  Size  lim- 
ited  by   present   channel  dimensions. 


/ER.  MASS. 

5.  Taunton    River    north    of    Taunton — Showing 

nature  of  the  watercourses  followed  by  the 
Intracoastal  Survey. 

6.  Taunton,  ^fass.    Head  of  navigation  on  tlie 

Taunton  River. 
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TAL'NTON  RIVER,  MASS. 
I  and  3.    Coal  pockets  with  barge  alongside,  Taun-      5.    Taunton    River   north   of   Taunton — Showins^ 


ton.     Heavy    freight  inbound. 
2,    Brickyards,  Taunton.     Heavy  freight  *nxtbound. 


nature  <>f  tlie  watere-'urses  followed  by  the 
Intracoastal  Survev. 


4.    Tugboat  and  bargee,  Taunton  River.    Size  Um-      6.    Taunton,  Mass.    Head  of  navigation  on  the 


ited  by  present  channel  dimensions. 


Taunton  River. 


SUMMARY 

The  following  are  the  sections  of  the  Atlantic  Intracoastal  Waterway  route 

as  now  recommended  by  the  engineers : 

St  Johns  River,  Fla.,  to  Fcmandina,  Fla.,  7  feet  depth   $251,726.75 

Work  tinder  way. 

Fernandina,  Fla.,  to  Savannah  River,  Ga.,  7  feet  depth   195,000.00 

Work  under  way. 

Savannah  River,  Ga.,  to  Charleston  Harbor,  S.  C,  7  feet  depth   427^00 

Work  partly  under  way. 

Charleston  Harbor,  S.  C,  to  Winyah  Bay,  S.  C,  7  feet  depth   1,227,800.00 

Construction  recommended. 

Winyah  Bay,  S.  C,  to  Little  River,  S.  C,  7  feet  depth   5.677,800.00 

Construction  recommended. 

Little  River,  S.  C,  to  Cape  Fear,  N.  C,  7  feet  depth   3.724,219.00 

Construction  recommended. 

Cape  Fear,  N.  C,  to  Beaufort,  N.  C,  7  feet  depth   2,872,111.00 

Construction  recommended.   

Total  Southern  Section  Atlantic  Intracoastal  Waterway,  St.  Johns  River, 

Fla.,  to  Beaufort  Inlet,  N.  C,  in  round  numbers  $14,400,000.00 

Beaufort  Inlet,  N.  C,  to  Norfolk,  Va.,  X2  feet  depth   5.400,000.00 

Project  approved  by  Congress;  work  partly  completed.  Chesapeake 

and  Albemarle  Canal  purchased.    Much  of  the  route  lies  in  Pamlico 

and  Albemarle  Sounds,  natural  waterways  requiring  no  improvement 

.Norfolk,  Va.,  to  head  of  Chesapeake  Bay,  Md. 

Natural  waterway  requiring  no  improvement. 

Chesapeake  Bay  to  Delaware  River,  12  feet  depth   8,000,000.00 

Recommended  for  immediate  action,  including  purchase  or  condemna- 
tion of  existing  Chesapeake  and  Delaware  Canal. 
Delaware  City,  Dd.,  to  Bordentown,  N.  J.   Route  follows  channel  of  the 
Delaware  River,  for  which  present  depth  is  sufficient  over  the  entire 
distance,  assuming  a  12  feet  project. 

Bordentown,  N.  J.,  to  South  Amboy,  N.  J.  12  feet  depth   20,000,000.00 

Immediate  construction  recommended 
South  Amboy,  N.  J.,  to  New  York  Bay  (and  thence  to  Hudson  River  and 
Long  Island  Sound). 

Natural  waterways  requiring  no  improvement  for  a  12  feet  project.  

Total  Northern  Section  Atlantic  Intracoastal  Waterway,  Beaufort  Inlet, 

N.  C,  to  New  York  Bay,  in  round  numbers  $33,400,000.00 

Total  cost,  Atlantic  Intracoastal  Waterway,  as  recommended  by  the  Army 

Engineers  $47,800,000.00 
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LENGTH  OF  CONNECTING  CANALS,  ATLANTIC 
INTRACOASTAL  WATERWAY 

Length  of  Excavation 


1.  New  Jersey  Canal  (new  project)   33.7  miles 

2.  Chesapeake  and  Delaware  (existing  canal  to  be  enlarged)   13.7  " 

3.  Chesapeake  and  Albemarle  (project  adopted;  existii^  canal  beii^ enlarged)  X14  ** 

4.  Albemarle  and  Pamlico  (Alligator  River  and  Rose  Bay)  (project  adopted)  26.3  " 

5.  Beaufort  Cut  (project  adopted;  existing  canal  to  be  enlarged)   6  ** 

6.  Beaufort  to  Cape  Fear  River,  N,  C.  (new  project)  (about)   5  " 

7.  Fear  River  to  Littie  River,  S-  C  (new  project)  (about)   20  " 

8.  Little  River.  S.  C.  to  Winyah  Bay,  S.  C.  (new  project)  (about)    15  " 

Total  Intracoastal  Waterway  links  131.1  miles 

Total  length  of  continuous  navigation  made  possible  by  above  canals  connecting 

existing  waterways  (about)   1800  miles 

Mileage  of  148  rivers  interconnected  by  Intracoastal  Waterway  5365  " 

New  York  Barge  C^anal  System,  including  Ontnd  Lakes  500  ** 

Total  length  of  Great  Lakes  which  will  connect  with  Intracoastal  Waterway  1489  ^ 

Lake  Champlain,  126  miles;  Richelieu  River,  65  miles   191  " 

St  Lawrence  River  (about)  1000 

Canadian  Inland  Waterway  (Georgian  Bay  Canal)  4fiO  " 


AVERAGE  TARIFF  PER  TON  MILE 


Earthen  Roads  by  Animal  Power   25  cents 

Steam  Railroads    7-8  mills 

Canals  2  to  3  mills 

Rivers,  Sounds,  etc   i 

Lakes  and  Qcean    0.5  mill 
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WHY  THE  COASTWISE  SAILING  FLEET  IS  DISAPPEARING 
AND  THE  ADVANTAGES  TO  COMMERCE  AFFORDED  BY 
BARGE  TRAFFIC  ON  PROTECTED  WATERWAYS 

The  C(  astwise  sailing  fleet  is  disappearing  from  the  face  of  the  seas; 
and  while  the  barge  fleet  is  steadily  increasing,  this  is  not  being  brought  about 
in  like  proportion  and  cannot  be  developed  in  its  full  capacity  without  tlie 
creation  of  inside  passages  which  will  make  its  full  advantages  available, 

XOMNAGE  CONSTRUCTED  IN  THE  UNITED  STATES. 

Sail  Barge  Sail  Barge 

1900  116.460         40,310     1906   35^209  58,997 

1901  126,165  74,655     '907   24,^7  74,443 

 58^'^  PSJ 

1903   89,979  72,177        I9IC   19,358  58,997 

1904  64,908         55  J37     191 1   10,092  47,977 

1905  79^18         49,948     1912  21,221  54.977 

The  shrinkage  in  the  sailing  fleet  is  not  being  made  good.  Coastwise 
business  is  therefore  declining.  The  industries  and  communities  which  it 
served  must  suffer  in  proportion  unless  barge  traffic  can  be  built  up  to  take 
its  place. 

BEGIS'nSK^  TONNAGE  OF  tHfi  UNITED  STATE$«      DISASTERS  TO  VESSELS,  ATLANTIC  AND  GVht 

COASTS  OF  THE  UNITED  STATES,  10  YEARS, 
1900  TO   1909,  INCLUSIVE. 

Number  of  vessels   5,7^5 

Loss  to  vessels  (known)  $30^380,915 

Loss  to  cargoes  (known)  $10,168,640 

Vessels  totally  lost  (known)   1,675 

Vessels  dam^<»l   (known  and 

unknown)    4»040 

Tonnage  totally  lost   483,743 

Tonnage  damaged    3,289,200 

Lives  lost   2,223 


Sail 

Barge 

240,411 

IS75  

390,158 

383,629 

299451 

341,042 

189^  

  586,142 

382,632 

1900  

  485.352 

548,817 

1905  

681,512 

  234.848 

878,180 

The  known  loss  to  vessels  and  cargoes  in  ten  years  is  almost  equal  to  the 

total  cost  of  the  proposed  Atlantic  Intracoastal  Waterway,  the  opening  of 
which  would  prevent  a  large  percentage  of  that  loss  of  life  and  property. 

COMPARATIVE  COSTS 

Schooner  Barge 

Cost  of  construction   $40,000  $15,000 

Crew  and  provisions,  per  month  .* .      445  90 

Insurance  per  annum                                 2,800  637 

Depreciation   *            2^000  750 

These  figures  are  for  the  ocean  route  between  Norfolk  and  Philadelphia. 
The  advantage  in  favor  of  the  barge  is  even  greater  when  calculated  for  the 
inside  route. 
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ADVANTAGE  OF  AN  INTRACOASTAL  WATERWAY  IN  TIME 

OF  WAR 

As  great  as  would  be  the  advantage  of  our  inland  waterways  in  years  of 
peace,  their  greatest  advantages  would  come  in  time  of  war. 

The  wonderful  development  of  transportation  in  recent  years  has  hrought 
every  important  nation  within  striking  distance  of  all  other  nations,  and  at  the 
same  time  has  multiplied  the  magnitude  and  swiftness  of  war  operations,  so 
that  modern  wars  have  become  substantially  a  test  of  the  military  prepara- 
tions of  the  belligerents,  and  not  of  their  resources.  AH  of  these  developments 
have  worked  to  the  disadvantage  of  America.  All  other  nations  have  leaped 
to  arms,  have  oi^anized  their  whole  population  into  armies,  and  have  taxed 
their  finances  upon  their  fleets,  policies  that  weaken  their  resources,  but  in- 
crease enormously  their  preparations. 

America  alone  has  failed  to  organize  her  people  into  armies  and  has  made 
slow  progress  even  on  her  navy.  Though  our  resources  are  relatively  bound- 
less, our  preparations  are  woefully  inferior,  and  a  short  war,  testing  only 
preparations,  would  leave  us  in  humiliation  and  defeat.  Therefore,  our  main 
objective  in  an  important  war  must  be  to  gain  and  bring  our  resources  into 
play.  The  enemy's  objective  on  the  contrary  would  be  to  strike  a  sta^ering 
blow  at  once  before  our  resources  are  brought  to  bear,  seize  our  commercial 
centers,  destroy  our  navy  yards  and  ship  yards  and  bring  us  to  terms  quickly. 
If  we  bring  our  resources  to  bear  we  should  win;  if  we  fail,  we  should  lose 
the  war. 

Whether  we  succeed  in  gaining  our  main  objective  would  depend  very 
materially  upon  our  inland  waterways. 
The  conclusions  to  be  drawn  from  exsunination  of  this  are  simple  and  clear: 

T.  That  our  coastwise  inland  waterways  next  to  our  fleet  itself  can  be 
made  the  most  vital  factor  of  national  defense. 

2-  That  the  services  of  these  waterways  increase  with  the  nation's  peril. 
They  are  useful  for  economy  and  for  building  up  plants  in  time  of  peace; 
they  would  always  be  a  source  of  strength  after  the  national  defenses  were 
well  provided  for.  They  are  of  paramount  importance  under  our  present 
inferior  conditions  of  defense. 

3.  That  in  any  war  under  present  conditions  they  would  aflFord  our  best 
chance  of  gaining  the  time  necessary  to  organize  our  forces  and  develop  our 
great  resources.  They  would  furnish  the  best  refuge  for  our  fleet,  if  out- 
numbered by  the  enemy,  without  permitting  its  blockade;  they  would  make 
it  possible  for  our  fleet,  though  inferior  to  give  battle  after  choosing  its  own 
time  and  conditions,  and  enable  it  to  retire  if  necessary;  they  would  make 
it  possible  to  utilize  and  expand  all  our  establishments  for  repairing  and  build- 
ing ships  and  to  assemble  and  omcentrate  ships  as  fast  as  ready. 

4.  That  upon  our  coastwise  inland  waterways  in  their  relation  to  the  fleet 
would  largely  depend  the  security  of  our  navy  yards,  shipyards  and  coast 
cities  and  our  chance  of  escaping  the  knockout  blows  that  would  surely  be 
aimed  at  our  coast  defenses  the  instant  war  were  declared. 

Summing  up,  even  aside  from  the  great  commercial  value  of  our  coast- 
wise inland  waterways,  their  paramount  vital  importance  in  national  defense 

would  warrant  and  demand  immediate  measures  cm  the  part  of  Congress  to 
bring  about  their  full  and  speedy  development. 
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THE  INTRACOASTAL  WATERWAY  IN  THE 

NATIONAL  DEFENSE 

[From  addresses  by  Hon.  Josephus  Daniels,  Secretary  of  the  Xavy,  at  the  Seventh  Annual  Con- 
vention of  the  Atlantic  Deeper  Waterways  Association,  Albany  and  Troy  Sessions,  September^  1914.I 

"It  is  a  marvel;  when  you  look  at  the  coast  line  from  Boston  to  Xew 
Orleans  it  seems  as  if  Providence  had  hfted  up  a  sand  harrier  hetween  the 
hinterland  and  the  tumultuous  sea  and  hade  us  to  go  in  and  make  it  deep 
enough  to  Hoat  the  navies  of  the  world.  Since  Providence  has  ]>ut  that  work 
within^  our  reach,  it  woukl  be  national  suicide  fur  us  to  fail  to  follow  the  lead. 

"There  are  no  ships  in  the  navy  so  delicate  as  our  submarines  and  destroy- 
ers, and  when  we  send  them  on  long  cruises  it  costs  thousands  of  dollars  to 
repair  them  after  they  have  had  to  go  on  the  high  seas.  If  we  had  this  canal, 
these  shii)s  of  light  draft  could  go  from  one  end  of  the  Atlantic  coast  to  the 
other,  and  the  saving  of  the  navy  yard  cost  today  in  repairs  would  pay  the 
interest  on  the  investment;  and  this  in  time  of  peace  when  we  have  not  many 
of  these  craft,  when  we  have  not  so  m^y  as  we  must  have  if  we  learn  the 
lesson  of  the  war  in  Europe. 

"You  will  recall  how  a  submarine,  affecting  to  be  distressed,  off  He^oland, 
managed  to  induce  a  German  ship  to  come  out  into  the  open,  and  how  a  large 
English  ship  came  and  destroyed  it ;  and  you  recall  that  a  German  submarine 
coming  from  under  the  surface  of  the  ocean,  from  where  nobody  knew,  sank 
three  British  cruisers.  The  lesson  in  that  is  that  future  warfare  on  the  sea  will 
be  more  and  more  largely  controlled  by  submarines  and  small  craft.  We  shall 
not,  indeed,  change  the  polic>  of  building  dreadnaughts,  nor  put  our  eggs  all 
in  one  basket,  but  we  have  seen  as  never  before  proofs  of  the  naval  experts' 
opinion  that  the  submarines  and  destroyers  will  exert  more  power  in  war  than 
men  have  any  dream  of. 

"I  need  but  illustrate  what  the  Kiel  Canal  is  worth  to  Germany  for  you 
to  see  the  incalculable  importance  of  this  canal  to  the  navy.  The  Euglish  navy 
is  larger  than  the  German  navy,  and  the  German  navy  there  is  protected  by 
this  Kiel  Canal.  Its  officers,  its  men,  quietly  go  about  their  daily  duties  on 
their  ships,  while  every  English  ship  in  the  Channel  has  to  compel  every  man 
to  be  on  the  alert,  hardly  having  sleep.  The  ])urpose  of  the  German  navv 
seems  to  be  to  dart  out  into  the  Xorth  Sea  and  deliver  a  blow.  In  the  mean- 
time its  own  fleet  is  in  no  danger.  If  we  should  be  so  unfortunate  as  to  be 
attacked,  more  than  the  dreadnaughts,  more  than  the  coast  defenses,  more  than 
the  army,  would  be  our  ability  to  send  through  every  channel  these  death- 
dealing  submarines  into  the  ocean  and  prevent  any  foreign  navy  landing  on  our 
coast ;  so  that  when  you  are  advocating  this  inland  waterway,  when  you  have 
the  vision  to  see  its  importance  to  commerce — ^and  I  put  that  as  the  reason 
why  the  money  should  be  forthcoming  to  construct  this  canal — still  you  see 
that  in  any  emergency  it  would  be  a  itally  important  to  the  naticmal  life  that 
our  ships,  when  the  occasion  called,  should  be  in  harbor,  protected,  ready  to 
save  our  cities  and  our  people. 

"If  this  canal  was  constructed  you  could  take  these  submarines  and 
destroyers  from  Boston  to  New  Orleans  in  these  inner  channels  without  hurt 
or  injury.  That  is  for  peace.  But  if  we  should  be  so  unfortunate— and  I  pray 
God  we  may  never  see  it — ^as  to  have  war,  then  the  possession  of  an  inland 
waterway  channel  would  be  essential  to  preserve  efficiency  and  to  enable  us 
to  defeat  our  opponents,  because  these  little  craft  could  ply  to  and  fro,  and 
dart  out  and  deal  a  blow  and  return  with  little  injury  to  themselves.  That 
is  the  argument  on  the  side  of  national  defense. 

"There  is  one  other  argument  which  I  will  give  you  most  briefly  in  favor 
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hL^«  r?  ^"  argument  for  the  preservation  of 

human  life.  We  have  thought  too  little,  until  recently,  of  the  lives  of  men 
who  go  down  to  the  sea.  We  have,  in  Congress,  and  as  a  people,  permitted 
conditions  that  have  sacnhced  the  Ines  of  men  for  commence  and  trade  on 
the  sea,  and  until  the  Titanic  disaster  we  nexer  had  even  the  beginning  of 
proper  protection  and  proper  laws.  I  wish  to  give  you  the  disasters  to  vessels 
on  the  Atlantic  and  Cult  Coasts  during  the  ten  vears  from  1890  to  iqoQ 
The  number  ot  vessels  is  5.715.  Loss  to  the  vessels,  known,  $30.^,000 ;  loss 
to  the  cargoes,  known  $10,000,000.  A  essels  totally  lost,  1,675 ;  vessels  damkged, 
4,040.  i  onnage  totally  lost,  483,743;  tonnage  damaged,  3,289.200.  Lives  lost 
2,223.  i  be  total  cost  of  the  Atlantic  intracoastal  waterway  would  be  UrJSoo  - 
000;  so  that  It  we  could  save  a  tithe  of  this  material  loss  we  could  ma  few 
years  pay  every  dollar  of  the  cost  of  these  improvements  which  your  Association 
IS  advocating. 

"But  who  shall  estimate  the  value  of  a  human  life;  who  shall  put  a  money 
vahie  upon  the  lives  of  the  men  sacrificed,  when,  for  a  few  miUion  dollars,  we 
might  make  navigation  easy  and  safe?" 
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The  Atlantic  Deeper  Waterways  Association 

.815  Cnner  Btiildiiig.  Phikdelphia.  Pa. 


EXTRACTS  FROM  CONSTITUTION 


Akticus  L 
Name. 

This  organization  shall  be  known  as  the  "Atlantic  Deeper  Waterways 
Association."  ' 

Article  II. 
Objects. 

a.  The  object  of  this  Association  shall  be  the  collection,  preparation  and 
presentation  to  the  Congress  of  the  United  States  of  statistics  and  other 
information  bearing  upon  the  question  of  the  improvement  or  construction  of 
inland  waterways  and  of  the  improvement  of  the  rivers  and  harbors  which 
would  form  an  integral  part  of  such  a  line  of  waterways  from  Massachusetts 
Bay  to  the  Gulf  of  Mexico. 

b.  To  secure  from  the  Congress  appropriations  for  surveys  and  work 
for  the  systematic  improvement  of  such  rivers  and  harbors  and  the  improve- 
ment or  construction  of  inland  or  interior  lines  of  waterways  communicatino- 
with  the  rivers,  harbors,  bays  or  sounds,  to  the  end  that  eventually  there 
shall  be  an  efficient  system  of  waterways  permitting  the  free  movement  of 
traffic  by  water  between  the  various  States  from  Maine  to  the  Gulf. 

Article  III, 
M  ember  ship. 

The  membership  of  this  Association  shall  consist  of  commercial,  manufac- 
turing and  kindred  organizations,  district  waterway  improvement  associations, 
municipal  and  other  corporations,  companies  and  individual  citizens  who  mav 
subscribe  to  this  constitution  and  contribute  to  the  support  and  prosecution 
of  the  objects  of  the  Association. 

Article  IX. 
Dues, 

Individual   $   5  per  Annum 

Firms  or  Corporations   iq  **  «« 

Organizations  of  250  or  less   .  ',  15  *«  « 

"  over  250  and  less  than  500  .  20  **  " 

"         "  over  500  and  less  than  i/xx)    40  "  ** 

**         '*  1,000  and  niore   75  «*  «* 

Waterway  Associations   75  «*  « 

Municipalities  of  5,000  or  less   50  **  " 

Municipalities  of  over  5,000   100  **  * 


The  Association  desires  to  enlist  every  person,  firm  and 
organization  within  iU  territory,  interested  in  the  achievement 
of  its  plans. 

If  any  member  knows  of  another  whose  influence  would 
help  the  cause,  why  not  urge  that  friend  to  join  at  once  ? 


hiJ.^^  u^'^^L^'^'^l^  ar^timent  fur  the  preservation  of 

human  life.  We  have  thought  too  little,  until  recently,  of  the  lives  of  men 
who  go  down  to  the  sea.  \\e  have,  in  Congress,  ancfas  a  people,  permitted 
conditions  that  have  sacnhced  the  lixes  of  men  for  comn.eree  and  trade  on 
the  sea,  and  until  the  I  itamc  disaster  ue  ne\  er  ha.l  exen  the  beginning  of 
proper  protection  and  pn.per  laws.  I  wish  to  give  vou  the  disasters  to  vessels 
on  the  Atlantic  and  (ailt  Coasts  during  the  ten  vears  from  1899  to  IQoq 
1  he  number  ol  vessels  is  5.7.5.  Loss  to  the  vessel.s.  known,  $30,000,000 ;  l^s 
t. .  tiic  cargoes,  kn,  n\  n  .s  1  o.ooo.ooo.  \-essels  totally  lost,  1,675  5  vessels  damaged, 
4,040.  i  onnage  totally  lost.  4.S3.743 ;  tonnage  damaged,  3,289,200.  Lives  lost, 
2.223.  i  lie  total  cost  ot  the  Atlantic  intracoastal  waterway  would  be  $47  800- 
oco:  so  that  it  we  could  save  a  tithe  of  this  material  loss  we  could  in  a  few 
years  pay  e\  ery  dollar  of  the  cost  of  these  improvements  which  your  Association 
IS  ad\(icating. 

'  .But  who  shall  estimate  the  value  of  a  human  Ufe;  who  shall  nut  a  money 
value  upon  the  lives  of  the  men  sacrificed,  when,  for  a  few  million  dollars,  vvc 
might  make  navigation  easy  and  safe?" 


FIVE   AMERICAN    ST  I!  MAR  I  N  KS   AND   MOMTOR  TENDEX 

NA\  \i,  ni:\ii;u.  iii  nsMN  RivKR,  JUNe,  19IS 
thotugnifh  by  Viidcrwoud  mid  Undcntood. 
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The  Atlantic  Deeper  Waterways  Association 

.813  Crozer  Building.  PhUadelphia.  Pa. 


EXTRACTS  FROM  CONSTITUTION 


ASTICI^  I. 

Name. 

This  organization  shall  be  known  as  the  "Atlantic  Deeper  Waterways 
Association/'  ' 

Article  II. 

Objects. 

a.  The  object  of  this  Association  shall  be  the  collection,  preparation  and 
presentation  to  the  Congress  of  the  United  States  of  statistics  and  other 
information  bearing  upon  the  question  of  the  improvement  or  construction  of 
inland  waterways  and  of  the  improvement  of  the  rivers  and  harbors  which 
would  form  an  integral  part  of  such  a  line  of  waterways  from  Massachusetts 
Bay  to  the  Gulf  of  Mexico. 

b.  To  secure  from  the  Congress  appropriations  for  surveys  and  work 
for  the  syslemalic  imi^rovement  of  such  rivers  and  harbors  and  the  improve- 
ment or  construction  of  inland  or  interior  lines  of  waterways  communicating 
with  the  rivers,  harbors,  bays  or  sounds,  to  the  end  that  eventually  there 
shall  be  an  efHcient  system  of  waterways  permitting  the  free  movement  of 
traffic  by  water  between  the  various  States  from  Maine  to  the  Gulf. 

Article  III. 
Alembership. 

The  membership  of  this  Association  shall  consist  of  commercial,  manufac- 
turing and  kindred  organizations,  district  waterway  improvement  associations, 
municipal  and  other  corporations,  companies  and  individual  citizens  who  may 
subscribe  to  this  constitution  and  contribute  to  the  support  and  prosecution 
of  the  objects  of  the  Association. 

Articw  IX. 
Dues. 

Individual   $   5  pgr  Annum 

i*irms  or  Corporations   jq  '*  *« 

Organizations  of  250  or  less   15  **  « 

"           "  over  250  and  less  than  500   20  "  " 

"          "  over  500  and  less  than  1,000    40  "  ** 

"          "  1,000  and  more   75  **  « 

Waterway  Associations   75  "  ** 

Municipalities  of  5,000  or  less   50  "  " 

Municipalities  of  over  5,000   100  "  ** 


The  Association  desires  to  enlist  every  person,  firm  and 
organization  within  its  territory,  interested  in  the  adiievement 
of  its  plans. 

If  any  member  knows  of  another  whose  influence  would 
help  the  cause,  why  not  urge  that  friend  to  join  at  once  ? 


scALC  or  m4.c$ 
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